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1
METHOD FOR LOCAL BOILING
PROTECTION OF A HEAT EXCHANGER

FIELD

Embodiments of the subject matter disclosed herein relate
to a heat exchanger, such as an exhaust gas recirculation
cooler in an exhaust gas recirculation system coupled to an
internal combustion engine, for example.

BACKGROUND

Heat exchangers are used to exchange heat between two
fluids. In one example, heat may be transferred from a first
fluid to a second fluid, such as from air to a coolant in a
liquid-cooled heat exchanger. As a result, the temperature of
the coolant may increase. Ifthe coolant temperature increases
to a high enough level, boiling of the coolant may occur
within the heat exchanger and possibly result in heat
exchanger degradation. Engines may utilize heat exchangers
such as an exhaust gas recirculation (EGR) cooler, used to
reduce the temperature of recirculated exhaust gas before it
enters an intake passage of the engine. In one example, the
temperature of an engine coolant circulating through the EGR
cooler may increase above a threshold level, increasing the
likelihood of boiling within the cooler. As such, EGR cooler
degradation may increase.

BRIEF DESCRIPTION

In one embodiment, an engine method (e.g., method for
controlling an engine) comprises estimating a wall tempera-
ture at a location in a heat exchanger and adjusting an engine
operating parameter of an engine coupled to the heat
exchanger based on the wall temperature.

In this way, conditions for boiling in the heat exchanger, at
the location where the wall temperature is estimated, may be
predicted based on the wall temperature. Adjusting the engine
operating parameter based on the wall temperature may then
reduce the wall temperature; thereby reduce the risk of boil-
ing.

In another embodiment, a method for an engine includes
adjusting an engine operating parameter responsive to a wall
temperature in a heat exchanger being greater than an upper
threshold temperature and not adjusting the engine operating
parameter when the wall temperature is less than the upper
threshold temperature.

The upper threshold temperature may be defined as the
temperature at which local boiling (e.g., boiling at the loca-
tion in which the wall temperature of the heat exchanger is
estimated) may occur in the heat exchanger. As such, adjust-
ing the engine operating parameter when the wall tempera-
ture is greater than the upper threshold temperature may
reduce the wall temperature below the upper threshold tem-
perature. In this way, the wall temperature in the heat
exchanger may be controlled, thereby reducing boiling in the
heat exchanger and degradation of the heat exchanger.

It should be understood that the brief description above is
provided to introduce in simplified form a selection of con-
cepts that are further described in the detailed description. It
is not meant to identify key or essential features of the
claimed subject matter, the scope of which is defined uniquely
by the claims that follow the detailed description. Further-
more, the claimed subject matter is not limited to implemen-
tations that solve any disadvantages noted above or in any part
of this disclosure.
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2
BRIEF DESCRIPTION OF THE DRAWINGS

The present invention will be better understood from read-
ing the following description of non-limiting embodiments,
with reference to the attached drawings, wherein below:

FIG. 1 is a schematic diagram of an embodiment of a rail
vehicle with an engine.

FIG. 2 is a flow chart illustrating a method for adjusting an
engine operating parameter based on a wall temperature in a
heat exchanger according to an embodiment of the invention.

FIG. 3 is a flow chart illustrating a method for estimating a
wall temperature in a heat exchanger according to an embodi-
ment of the invention.

FIG. 4 is a graph showing example engine operating
parameter adjustments based on a wall temperature in a heat
exchanger according to an embodiment of the invention.

FIG. 5 is a schematic diagram of a heat exchanger includ-
ing a location for estimating a wall temperature according to
an embodiment of the invention.

DETAILED DESCRIPTION

The following description relates to various embodiments
of methods and systems for estimating a wall temperature in
a heat exchanger and reducing the risk of boiling on a coolant
side of the heat exchanger. As the coolant temperature in the
heat exchanger increases due to exchanging heat with a sec-
ond fluid in the heat exchanger, boiling may occur, thereby
degrading the heat exchanger. Local boiling may be predicted
by estimating the temperature at a location in the heat
exchanger, such as the wall of the heat exchanger. For
example, in response to a wall temperature at a location in a
heat exchanger increasing above an upper threshold tempera-
ture, an engine operating parameter may be adjusted. The
upper threshold temperature may be defined as the tempera-
ture at which local boiling (e.g., boiling at the location in
which the wall temperature of the heat exchanger is esti-
mated) may occur in the heat exchanger. Engine operating
parameters may include engine speed and engine power. For
example, when the wall temperature in the heat exchanger is
greater than the upper threshold temperature, engine speed
may be increased. In another example, if the wall temperature
remains greater than the upper threshold temperature after
increasing engine speed, engine power may be de-rated.
These adjustments may increase the upper threshold tempera-
ture and/or decrease the wall temperature in the heat
exchanger. As such, the adjustments based on the wall tem-
perature estimation may reduce the risk of coolant boiling and
heat exchanger degradation. The estimated wall temperature
may be used for various additional or alternative degradation
reduction, including one or more of reducing over-tempera-
ture of thermal material limits, and reducing thermal gradient
across multiple components.

In one example, the above system and method may be used
to estimate a wall temperature in an exhaust gas recirculation
(EGR) cooler in an engine. In this system, a fluid, or coolant,
may be used to cool hot exhaust recirculating via an EGR
passage to the engine intake manifold. By estimating the wall
temperature in the EGR cooler, such as a wall temperature
near an outlet side of a coolant passage in the EGR cooler,
local boiling may be predicted and reduced by adjusting an
engine operating parameter. Though this method and system
is described below with regard to an EGR system of an engine
and an EGR cooler, the approach described herein may be
used in a variety of heat exchangers in a variety of applica-
tions. For example, the method described herein to estimate a
wall temperature may be used to estimate a temperature at
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other suitable locations and/or in other suitable heat exchang-
ers, such as charge air coolers.

Additionally, the approach described herein may be
employedina variety of engine types, and a variety of engine-
driven systems. Some of these systems may be stationary,
while others may be on semi-mobile or mobile platforms.
Semi-mobile platforms may be relocated between opera-
tional periods, such as mounted on flatbed trailers. Mobile
platforms include self-propelled vehicles. Such vehicles can
include mining equipment, marine vessels, on-road transpor-
tation vehicles, off-highway vehicles (OHV), and rail
vehicles. For clarity of illustration, a locomotive is provided
as an example of a mobile platform supporting a system
incorporating an embodiment of the invention.

Before further discussion of the approach for estimating a
wall temperature in a heat exchanger, an example of a plat-
form s disclosed in which the EGR system may be configured
for an engine in a vehicle, such as a rail vehicle. For example,
FIG. 1 shows a block diagram of an example embodiment of
a vehicle system 100, herein depicted as a rail vehicle 106
(e.g., a locomotive), configured to run on a rail 102 via a
plurality of wheels 112. As depicted, the rail vehicle 106
includes an engine 104. In other non-limiting embodiments,
the engine 104 may be a stationary engine, such as in a
power-plant application, or an engine in a marine vessel or
off-highway vehicle propulsion system as noted above.

The engine 104 receives intake air for combustion from an
intake passage 114. The intake passage 114 receives ambient
air from an air filter (not shown) that filters air from outside of
the rail vehicle 106. Exhaust gas resulting from combustion in
the engine 104 is supplied to an exhaust passage 116. Exhaust
gas flows through the exhaust passage 116, and out of an
exhaust stack of the rail vehicle 106. In one example, the
engine 104 is a diesel engine that combusts air and diesel fuel
through compression ignition. In other non-limiting embodi-
ments, the engine 104 may combust fuel including gasoline,
kerosene, biodiesel, or other petroleum distillates of similar
density through compression ignition (and/or spark ignition).

In one embodiment, the rail vehicle 106 is a diesel-electric
vehicle. As depicted in FIG. 1, the engine 104 is coupled to an
electric power generation system, which includes an alterna-
tor/generator 122 and electric traction motors 124. For
example, the engine 104 is a diesel engine that generates a
torque output that is transmitted to the generator 122 which is
mechanically coupled to the engine 104. The generator 122
produces electrical power that may be stored and applied for
subsequent propagation to a variety of downstream electrical
components. As an example, the generator 122 may be elec-
trically coupled to a plurality of traction motors 124 and the
generator 122 may provide electrical power to the plurality of
traction motors 124. As depicted, the plurality of traction
motors 124 are each connected to one of a plurality of wheels
112 to provide tractive power to propel the rail vehicle 106.
One example configuration includes one traction motor per
wheel. As depicted herein, six pairs of traction motors corre-
spond to each of six pairs of motive wheels of the rail vehicle.
In another example, alternator/generator 122 may be coupled
to one or more resistive grids 126. The resistive grids 126 may
be configured to dissipate excess engine torque via heat pro-
duced by the grids from electricity generated by alternator/
generator 122.

The vehicle system 100 includes a turbocharger 120 that is
arranged between the intake passage 114 and the exhaust
passage 116. The turbocharger 120 increases air charge of
ambient air drawn into the intake passage 114 in order to
provide greater charge density during combustion to increase
power output and/or engine-operating efficiency. The turbo-
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4

charger 120 may include a compressor (not shown) which is
atleast partially driven by a turbine (not shown). While in this
case a single turbocharger is included, the system may
include multiple turbine and/or compressor stages.

In some embodiments, the vehicle system 100 may further
include an aftertreatment system coupled in the exhaust pas-
sage upstream and/or downstream of the turbocharger 120. In
one example embodiment, the aftertreatment system may
include a diesel oxidation catalyst (DOC) and a diesel par-
ticulate filter (DPF). In other embodiments, the aftertreatment
system may additionally or alternatively include one or more
emission control devices. Such emission control devices may
include a selective catalytic reduction (SCR) catalyst, three-
way catalyst, NO, trap, or various other devices or systems.

The vehicle system 100 further includes an exhaust gas
recirculation (EGR) system 130 coupled to the engine 104,
which routes exhaust gas from an exhaust passage 116 of the
engine 104 to the intake passage 114 downstream of the
turbocharger 120. In some embodiments, the exhaust gas
recirculation system 130 may be coupled exclusively to a
group of one or more donor cylinders of the engine. As
depicted in FIG. 1, the EGR system 130 includes an EGR
passage 132 and an EGR cooler 134 to reduce the temperature
of'the exhaust gas before it enters the intake passage 114. By
introducing exhaust gas to the engine 104, the amount of
available oxygen for combustion is decreased, thereby reduc-
ing the combustion flame temperatures and reducing the for-
mation of nitrogen oxides (e.g., NO,).

In some embodiments, the EGR system 130 may further
include an EGR valve for controlling an amount of exhaust
gas that is recirculated from the exhaust passage 116 of the
engine 104 to the intake passage 114 of engine 104. The EGR
valve may be an on/off valve controlled by the controller 110,
or it may control a variable amount of EGR, for example. As
shown in the non-limiting example embodiment of FIG. 1, the
EGR system 130 is a high-pressure EGR system. In other
embodiments, the vehicle system 100 may additionally or
alternatively include a low-pressure EGR system, routing
EGR from downstream of the turbine to upstream of the
compressor.

As depicted in FIG. 1, the vehicle system 100 further
includes a cooling system 150. The cooling system 150 cir-
culates coolant through the engine 104 to absorb waste engine
heat and distribute the heated coolant to a heat exchanger,
such as a radiator 152. A fan 154 may be coupled to the
radiator 152 in order to maintain an airflow through the radia-
tor 152 when the vehicle 106 is moving slowly or stopped
while the engine is running. In some examples, fan speed may
be controlled by a controller. In an alternate example, the
radiator 152 may be positioned near the top of the rail vehicle
106, relative the rail 102.

Coolant which is cooled by the radiator 152 enters a tank
156. The coolant may then be pumped by a water, or coolant,
pump 136 back to the engine 104 or to another component of
the vehicle system. As shown in FIG. 1, coolant may be
pumped from the tank 156 to the EGR cooler 134 such that a
temperature of exhaust gas flowing through the EGR cooler
134 may be reduced before it enters the intake passage 114. A
temperature of the coolant may be measured by a coolant
temperature sensor 158 before it enters the engine 104 or the
EGR cooler 134. Coolant that passes through the EGR cooler
134 then flows back to the tank 156. In other embodiments,
the EGR cooler and the radiator may have separate tanks.

In one embodiment, the EGR cooler 134 is a counter flow
heat exchanger. In a counter flow heat exchanger, a first heat
transfer fluid and a second heat transfer fluid enter the heat
exchanger at opposite ends. The counter flow design is the
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most efficient, in that it can transfer the most heat since the
average temperature difference between the two heat transfer
fluids at any point within the heat exchanger is greater than in
other configurations. An example of a counter flow heat
exchanger 516 is depicted in FIG. 5, discussed further below.
In another embodiment, the EGR cooler 134 is a parallel flow
heat exchanger. In a parallel flow heat exchanger, the first heat
transfer fluid and the second heat transfer fluid enter the heat
exchanger at the same end and travel parallel to one another to
the exit of the heat exchanger. The methods described herein
may beused for counter flow, parallel flow, or additional types
of heat exchangers.

Exhaust gas may be cooled as it travels through the EGR
cooler 134. Warm exhaust gas enters the EGR cooler 134 atan
EGR gas inlet 138. Aninlet gas temperature may be measured
by a temperature sensor (e.g., thermocouple) and used as the
bulk gas temperature, T,,, of the gas (e.g., exhaust gas)
traveling through the gas side, or gas passage, of the EGR
cooler 134. Coolant, such as engine coolant from the cooling
system 150, enters the EGR cooler 134 at the EGR coolant
inlet 142. An inlet coolant temperature is determined from a
sensor, such as the coolant temperature sensor 158, described
above. As gas and coolant travel through the EGR cooler, heat
may exchange between the gas side (e.g., gas passage) and
coolant side (e.g., coolant passage) of the heat exchanger,
across the material (e.g., metal) separating the gas side and
the coolant side (e.g., material partition). For example, heat
may transfer from the warm exhaust gas, across the material
partition, to the coolant. The cooled exhaust gas then exits the
EGR cooler 134 at the EGR gas outlet 140 and travels to the
intake passage 114. The coolant exits the EGR cooler 134 at
the EGR coolant outlet 144 and returns to the tank 156. An
outlet coolant temperature may be measured by a temperature
sensor and used as the bulk coolant temperature, T, ;.. OF
the coolant flowing through the coolant side of the EGR
cooler.

The rail vehicle 106 further includes an engine controller
110 to control various components related to the rail vehicle
106. As an example, various components of the vehicle sys-
tem may be coupled to the engine controller 110 via a com-
munication channel or data bus. In one example, the engine
controller 110 includes a computer control system. The
engine controller 110 may additionally or alternatively
include a memory holding non-transitory computer readable
storage media (not shown) including code for enabling on-
board monitoring and control of rail vehicle operation.

The engine controller 110 may receive information from a
plurality of sensors and may send control signals to a plurality
of actuators. The engine controller 110, while overseeing
control and management of the rail vehicle 106, may be
configured to receive signals from a variety of engine sensors,
as further elaborated herein, in order to determine operating
parameters and operating conditions, and correspondingly
adjust various engine actuators to control operation of the rail
vehicle 106. For example, the engine controller 110 may
receive signals from various engine sensors including, but not
limited to, engine speed, engine load, intake manifold air
pressure, boost pressure, exhaust pressure, ambient pressure,
ambient temperature, exhaust temperature, particulate filter
temperature, particulate filter back pressure, engine coolant
pressure, gas temperature in the EGR cooler (e.g., T, ), or
the like. Correspondingly, the engine controller 110 may
control the rail vehicle 106 by sending commands to various
components such as the traction motors 124, the alternator/
generator 122, cylinder valves, fuel injectors, a notch throttle,
or the like. Other actuators may be coupled to various loca-
tions in the rail vehicle.
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In one example, the engine controller 110 may be config-
ured identify a temperature of coolant entering the EGR
cooler, a temperature of coolant exiting the EGR cooler
(T ooorans)s @ temperature of exhaust gas entering the EGR
cooler (T,,,), and a temperature of exhaust gas exiting the
EGR cooler. In one example, T, and T, may be used as
the bulk gas temperature at the inlet of the gas passage and the
bulk coolant temperature at the outlet of the coolant passage,
respectively, in the EGR cooler. The controller may then
utilize these temperatures to calculate and/or estimate the
heat transfer in the EGR cooler, for example, as described in
further detail with regard to FIG. 3.

Heat exchangers, such as EGR coolers, and particularly
counter flow heat exchangers, may experience boiling on the
coolant side of the heat exchanger. As heat exchange effi-
ciency increases, as with counter flow heat exchangers, more
heat is exchanged from a first heat transfer fluid (e.g., gas) to
a second heat transfer fluid (e.g., coolant). As such, the tem-
perature of the coolant may increase as it travels through the
heat exchanger. In some cases, the temperature of the coolant
may increase to its boiling point, resulting in boiling. For
example, in an EGR cooler, boiling may occur near the outlet
side of the coolant passage. Boiling in the heat exchanger may
result in heat exchanger degradation, including rupture of the
thin-walled tubes of the coolant passages.

FIG. 5 shows a schematic 500 of an example of a heat
exchanger 516, such as an EGR cooler, illustrating the flow of
a first heat transfer fluid and a second heat transfer fluid
through the heat exchanger. The heat exchanger 516 is
depicted in FI1G. 5 as a counter flow heat exchanger. However,
as described above, the heat exchanger may be another type of
heat exchanger such as a parallel flow heat exchanger. The
first heat transfer fluid may be a gas, such as exhaust gas in the
case of an EGR cooler. The heat exchanger 516 has a gas
passage 512 in which gas enters the heat exchanger 516 at gas
entrance 508 and exits the heat exchanger 516 at gas exit 510.
In the example of the EGR cooler, such as EGR cooler 134
shown in FIG. 1, exhaust gas may enter gas entrance 508 from
the exhaust passage 116 in FIG. 1 and exit the EGR cooler 134
at gas exit 510. From gas exit 510, the exhaust gas travels back
to the intake passage 114.

The second heat transfer fluid may be a coolant, such as
engine coolant in the case of the EGR cooler. Coolant enters
the heat exchanger 516 at coolant entrance 502, travels
through coolant passage 506, and exits the heat exchanger
516 at coolant exit 504. In the case of EGR cooler 134 shown
in FIG. 1, engine coolant flows from a tank 156 into the
coolant entrance 502. Engine coolant then passes through
coolant passage 506 and returns to the tank 156.

Heat, Q, is exchanged between the gas and the coolant in
the heat exchanger 516. Warmer gas enters at gas entrance
508 and travels through gas passage 512 while cooler coolant
enters at coolant entrance 502 and travels through coolant
passage 506. Heat Q is transferred from the warmer gas,
across a wall 518 separating gas passage 512 from coolant
passage 506, to the cooler coolant. As such, as coolant travels
though coolant passage 506, the coolant temperature may
increase. The temperature of the coolant may be the warmest
near coolant exit 504. Additionally, the temperature of the gas
may be warmest on the opposite side of the wall 518 from the
coolant passage 506, near the coolant exit 504. As a result, the
location in the coolant passage 506 near the coolant exit 504
of'the heat exchanger 516 may be at greatest risk for coolant
boiling. Thus, estimating a temperature of a wall in the cool-
ant passage 506, near the outlet side of the coolant passage
may predict local boiling in the heat exchanger 516. This
location for estimating a wall temperature is shown at 514 in
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FIG. 2. In another embodiment, if the heat exchanger is not a
counterflow heat exchanger as shown in FIG. 5, the location
for highest local boiling risk may change. For example, in a
parallel heat exchanger, the location for estimating a wall
temperature may not be near the coolant exit of the heat
exchanger.

Methods for estimating a wall temperature in a heat
exchanger, such as the heat exchanger 516, are described
further below with respect to FIGS. 2-4. A method for esti-
mating a temperature, particularly a wall temperature, in a
heat exchanger may allow a controller to predict conditions
for boiling in the heat exchanger and take measures to reduce
the risk of boiling. Local boiling may occur near a wall of the
heat exchanger before bulk boiling occurs. Bulk boiling may
be measured by heat exchanger temperature sensors. Coolant
temperature may be the hottest near the outlet side of the
coolant passage (e.g., EGR coolant outlet). As such, the risk
of coolant boiling may be greatest at this location in the heat
exchanger. Thus, an estimation of local boiling at the wall,
near the outlet side of the coolant passage, may allow for
temperature-reducing measures to be taken before bulk boil-
ing occurs.

Local boiling may be predicted by estimating a wall tem-
perature at a location in the heat exchanger, such as the
coolant side of the heat exchanger. In one embodiment, the
heat exchanger may be an EGR cooler and the wall tempera-
ture may be a temperature of a wall continuous with and in
fluid contact with an engine coolant. Estimating the wall
temperature may include estimating the heat transfer at the
location, based on a temperature difference between a first
heat transfer fluid and a second heat transfer fluid, and further
based on one or more thermal resistances across the heat
exchanger. Thermal resistance is the opposition to flow of
heat energy. Each material or fluid along a heat energy flow
path in the heat exchanger has a thermal resistance propor-
tional to a temperature drop across the material or fluid for a
given amount of heat energy.

The estimating heat transfer may include determining a
first convection coefficient based on temperature and flow
rate of the first heat transfer fluid and a second convection
coefficient based on a temperature and flow rate of the second
heat transfer fluid. A convection coefficient is a measure of
how effectively a fluid (e.g., coolant or gas) transports heat
energy to or from its surface. The estimating heat transfer may
further include determining thermal resistances across the
heat exchanger based on the first convention coefficient, the
second convection coefficient, heat exchanger material prop-
erties, and fouling coefficients.

In an alternate embodiment, the method for estimating a
wall temperature in a heat exchanger may be used for pur-
poses other than or in addition to predicting local boiling. In
one example, wall temperature estimation may be used to
protect against exceeding a thermal material limit of a specific
heat exchanger component. For example, a wall material in
the heat exchanger may have an upper temperature threshold
at which the material begins to degrade. In another example,
wall temperature estimation may be used to reduce or avoid a
specific thermal gradient across two entities of the heat
exchanger. In this way, the method presented at FIG. 3 (de-
scribed below) may be used to control a temperature at loca-
tion within a heat exchanger within pre-determined thermal
thresholds.

Engine operating parameter adjustments may be made
based on the wall temperature in the heat exchanger. For
example, an engine operating parameter may be adjusted in
response to the wall temperature in the heat exchanger being
greater than an upper threshold temperature. The upper
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threshold temperature may be defined as the temperature at
which local boiling (e.g., boiling at the location in which the
wall temperature of the heat exchanger is estimated) may
occur in the heat exchanger. As such, if the wall temperature
in the heat exchanger increases above the upper threshold
temperature, local boiling may occur, thereby degrading the
heat exchanger. Further, the upper threshold temperature at
the wall of the heat exchanger may change based on engine
operating conditions. For example, the upper threshold tem-
perature may be based on an engine coolant, or water, pres-
sure. The engine coolant pressure may be a pressure down-
stream of the coolant pump and upstream of the heat
exchanger (e.g., EGR cooler). As such, the upper threshold
temperature may increase with increasing engine coolant
pressure. In another example, engine coolant pressure may be
the pressure at the location of concern (e.g., where wall tem-
perature is estimated) and may be either sensed or modeled.
Engine operating parameter adjustments may decrease the
wall temperature, increase the upper threshold temperature,
or both in order to reduce the risk of boiling. Further, engine
operating parameter adjustments may either affect the power
capability of the engine or emissions compliance. For
example, de-rating power may decrease the power capability
of the engine while not affecting emissions compliance. In
another example, the EGR flow rate may be decreased in
order to reduce the wall temperature. However, this approach
may also negatively impact emissions compliance.

In one embodiment, emissions-neutral engine operating
parameter adjustments may be made before adjustments that
may reduce emissions compliance. In one example, engine
speed may be increased responsive to wall temperature
greater than the upper threshold temperature. Since the
engine is coupled to the alternator which generates electric
power to drive the traction motors, engine speed may be
increased without affecting motor fraction power and vehicle
speed. Instead, motor fraction power may be maintained
while increasing engine speed. Increasing engine speed may
increase engine coolant pressure, thus increasing the upper
threshold temperature. Further, increasing engine speed
increases the flow rate of coolant through the EGR cooler
which in turn increases a convection coefficient of the cool-
ant. As described below with reference to FIG. 3, increasing
the convection coefficient of the coolant may decrease the
wall temperature. Thus, increasing engine speed may both
reduce the wall temperature and increase the upper threshold
temperature, reducing the risk of boiling in the EGR cooler.

In another example, engine power may be de-rated if
increasing engine speed is not enough to decrease the wall
temperature below the upper threshold temperature. De-rat-
ing engine power (e.g., de-rating power) may reduce the
engine’s power capability; however, this adjustment may not
affect emissions compliance. De-rating power may include
de-rating the traction motor output. In one example, the elec-
tric motors may be commanded to operate at a lower power
output, thus decreasing the load from the alternator on the
engine. In this way, exhaust temperature may decrease,
thereby decreasing the temperature of the EGR and decreas-
ing the wall temperature in the EGR cooler. Further, de-rating
engine power may result in a decrease in EGR flow, thereby
reducing convection on the gas side of the heat exchanger.
This may increase the gas side thermal resistance compared to
the coolant side thermal resistance, thereby shifting the wall
temperature closer to the bulk coolant temperature (rather
than to the bulk gas temperature). Additionally, while the
EGR flow decreases, the coolant flow stays the same because
the engine speed is unchanged. This may cause the bulk
coolant outlet temperature increase, with respect to the cool-
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ant inlet temperature, to be smaller because less total heat is
being exchanged in the EGR cooler overall.

In one example, de-rating power occurs when the wall
temperature is greater than the upper threshold temperature
and engine speed is at a maximum threshold speed. The
maximum threshold speed may be the engine speed at which
engine speed cannot be further increased. For example, the
maximum threshold speed may be based on a desired engine
torque, a notch throttle setting, a desired air-fuel ratio, or
turbine speed. In another example, power may be de-rated
responsive to the wall temperature remaining greater than the
upper threshold temperature after increasing engine speed.

In another embodiment, additional engine operating
parameter adjustments may be made to decrease the wall
temperature and/or increase the upper threshold temperature.
These additional adjustments may include increasing the
coolant flow rate through the EGR cooler, decreasing EGR
flow (e.g., decreasing the gas flow rate through the EGR
cooler), decreasing exhaust temperature, or the like. In one
example, these additional adjustments may only occur when
engine speed is at a maximum threshold speed and engine
power cannot be de-rated further without affecting engine
performance.

In this way, an engine operating parameter may be adjusted
responsive to a wall temperature in a heat exchanger being
greater than an upper threshold temperature. Alternatively,
the engine operating parameter may not be adjusted when the
wall temperature is less than the upper threshold temperature.
Adjusting an engine operating parameter may include one or
more of increasing engine speed and de-rating power. In one
example, the heat exchanger may be an EGR cooler wherein
heat is transferred between a first heat transfer fluid and a
second heat transfer fluid in the EGR cooler. The first heat
transfer fluid may include an exhaust gas and the second heat
transfer fluid may include an engine coolant.

A method for estimating the wall temperature in the heat
exchanger may be based on a temperature difference between
the first heat transfer fluid and the second heat transfer fluid in
the heat exchanger, and thermal resistances across the heat
exchanger. The thermal resistances across the heat exchanger
may be based on a first convection coefficient and a second
convection coefficient, the first convection coefficient based
on a temperature and flow rate of the first heat transfer fluid
and the second convection coefficient based on a temperature
and flow rate of the second heat transfer fluid. The thermal
resistances may further be based on fouling coefficients and a
thickness and thermal conductivity of a material separating
the first heat transfer fluid and the second heat transfer fluid.
Details on the method for estimating the wall temperature in
the heat exchanger are presented at FIG. 3.

Now turning to FIG. 2, an exemplary method is shown for
adjusting an engine operating parameter based on a wall
temperature in a heat exchanger. Specifically, method 200
adjusts engine speed and engine power in response to the wall
temperature in an EGR cooler with respect to an upper thresh-
old temperature. Method 200 may be carried out by an engine
control unit, such as controller 110, according to instructions
stored thereon. The method begins at 202 by determining
engine operating conditions. Engine operating conditions
may include engine speed, engine power, temperature and
flow rate of engine coolant, temperature and flow rate of EGR,
and engine coolant pressure. At 204, the method estimates the
EGR cooler wall temperature, based on heat transfer across
the EGR cooler. A method for determining the wall tempera-
ture is presented at FIG. 3 and described below. After esti-
mating the wall temperature, the method continues on to 206
to determine the wall temperature upper threshold (e.g., upper
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threshold temperature). The upper threshold temperature
may be based on the engine coolant pressure. The engine
coolant pressure may be determined either by sensing the
pressure directly or estimating the pressure from additional
parameters.

At 208, the method determines if the wall temperature is
greater than the upper threshold temperature. If the wall tem-
perature is not greater than the upper threshold temperature,
the method maintains the current engine operating param-
eters at 210. As such, the controller does not adjust an engine
operating parameter. Specifically, engine speed and engine
power rating remain at currently requested levels. However, if
the wall temperature is greater than the upper threshold tem-
perature, the method continues on to 212 to determine if
engine speed may be increased. The ability to increase engine
speed may depend on the current speed level and the maxi-
mum threshold speed (e.g., maximum allowable engine
speed). For example, if engine speed is already at the maxi-
mum threshold speed at 212, it may not be able to be further
increased. Thus, if engine speed cannot be increased, the
method instead de-rates engine power (e.g., power) at 214.
De-rating may include de-rating power by a set power incre-
ment. Alternatively, if engine speed may be increased at 212,
the method continues on to 216 to increase engine speed.
Engine speed may be increased from a first engine speed (e.g.,
current speed) to a second engine speed, the second engine
speed higher than the first engine speed. In one example, the
second engine speed or the amount of speed increase may be
based on the difference between the wall temperature and the
upper threshold temperature. For example, if the difference
between the wall temperature and the upper threshold tem-
perature is greater (e.g., greater risk of boiling), the speed
increment may be larger. As such, the engine speed may
increase to a greater level than if the difference between the
wall temperature and the upper threshold temperature were
smaller. In another example, the second engine speed may be
the maximum threshold speed.

At 218, the method determines if the wall temperature is
still greater than the upper threshold temperature. In one
example, the method may proceed from 216 to 218 after
waiting a duration. As such, the method may wait a set dura-
tion after increasing engine speed before checking the wall
temperature in relation the upper threshold temperature. [fthe
wall temperature is not greater than the upper threshold tem-
perature at 218, the method returns the engine speed back to
the previous or currently requested engine speed at 220. How-
ever, if the wall temperature remains greater than the upper
threshold temperature, the method instead continues on to
222. At 222, the second engine speed is maintained while the
controller de-rates engine power. De-rating power may be
performed in increments. For example, power may be de-
rated by a set power increment at 222. The set power incre-
ment may be based on the difference between the wall tem-
perature and the upper threshold temperature, and further
based on an amount of time spent above the upper threshold
temperature. In another example, the set power increment
may be a pre-determined amount. The method determines if
the wall temperature is less than the upper threshold tempera-
ture at 224. The method at 224 may include waiting a duration
after de-rating power before re-checking the wall tempera-
ture. If the wall temperature remains above the upper thresh-
old temperature, the controller may further de-rate power by
the set power increment and/or adjust additional parameters
at 226 in order to reduce the wall temperature. This may
include continuing to operate at the second, higher, engine
speed. The controller may first de-rate the engine power at
226 and then loop back to 224 to check the wall temperature
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with respect to the upper threshold temperature. If the power
cannot be further de-rated, for example, if engine power rat-
ing reaches a minimum threshold power, additional param-
eter adjustments may be made at 226. These may include
increasing the coolant flow rate through the EGR cooler,
decreasing EGR flow, and decreasing exhaust temperature,
for example. Method 200 then loops back to 224 to check the
wall temperature with respect to the upper threshold tempera-
ture again.

When the wall temperature is finally lower than the upper
threshold temperature, the method continues on to 228 to stop
increasing engine speed and de-rating power. All engine oper-
ating parameters that were adjusted, including engine speed
and engine power rating, are returned to their previously or
currently requested levels. In one example, the method at 228
may include first returning engine power to a currently
requested level and then waiting a duration. Then, if the wall
temperature is still below the upper threshold temperature,
engine speed may be returned to a currently requested level.

In this way, an engine operating parameter may be adjusted
responsive to a wall temperature in a heat exchanger (e.g.,
EGR cooler) being greater than an upper threshold tempera-
ture. Engine operating parameter adjustments may act to
decrease the wall temperature and/or increase the upper
threshold temperature. In this way, boiling events on the
coolant side of the heat exchanger may be reduced. The
method presented at FIG. 2 includes adjusting engine speed
and engine power in response to the wall temperature. In other
embodiments, a similar method may be used to vary alterna-
tive or additional engine operating parameters that influence
the wall temperature and/or the upper threshold temperature.
In one example, these alternative engine operating param-
eters may include EGR flow, coolant flow, and exhaust tem-
perature.

Adjusting engine operating parameters may be responsive
to a wall temperature in a heat exchanger. An estimation of the
wall temperature may be determined using a method based on
atemperature difference between a first heat transfer fluid and
a second heat transfer fluid in the heat exchanger and thermal
resistances across the heat exchanger. FIG. 3 is a flow chart
illustrating such a method 300 for estimating the wall tem-
perature in the heat exchanger.

Estimating a wall temperature includes estimating heat
transfer at a location in a heat exchanger. The heat transfer, Q,
across a selected location, or segment, in the heat exchanger
is defined by:

_ AT

Rior

AT:

Ry

M

where Q is the local heat transfer across the heat exchanger at
the selected location, AT, , is the temperature difference
across the heat exchanger (e.g., temperature difference
between the first fluid and the second fluid in the heat
exchanger at the selected location), R, , is the total or sum of
thermal resistances across the heat exchanger at the selected
location, AT; is the temperature difference between one of the
fluids and the temperature of concern (e.g., wall temperature),
and R; is the thermal resistance between AT, . The tempera-
ture difference across the heat exchanger, AT,,,, is the tem-
perature difference between the first heat transfer fluid and the
second heat transfer fluid in the heat exchanger. In one
example, the heat exchanger is an EGR cooler and the first
heat transfer fluid is the exhaust gas and the second heat
transfer fluid is the engine coolant. Thus, AT, , is the differ-
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ence between the bulk exhaust gas temperature at a certain
location in the flow passage (gas inlet, for example), T, and
the bulk engine coolant temperature at a certain location in the
flow passage (coolant outlet, for example), T, ..., Method
300 includes determining the temperatures across the heat
exchanger, the temperatures across the chosen location, and
the thermal resistances across the heat exchanger. The
method then uses this information, along with additional heat
transfer parameters, to determine the heat transfer across the
location and finally, the wall temperature.

Method 300 begins at 302 by determining the location in
the heat exchanger for estimation. In the example of the EGR
cooler, the location may be a selected wall location on the
outlet side of the coolant passage in the EGR cooler. Thus, the
wall temperature may be estimated at this location inthe EGR
cooler. As such, local boiling may be predicted at this loca-
tion. In an alternate embodiment, the location may be another
location in the heat exchanger in which temperature estima-
tion is required.

At 304, the method measures and/or estimates using other
parameters the inlet gas (e.g., exhaust gas) temperature, the
outlet coolant temperature, the gas or BGR flow rate, W,
and the coolant flow rate, W___, .. The coolant flow rate
W o oran: Mmay be based on the engine speed. The coolant flow
rate and the gas flow rate may be the flow rate of the coolant
and the exhaust gas through the EGR cooler, respectively. The
inlet gas temperature and outlet coolant temperature may be
used as the bulk gas temperature, T, and the bulk coolant
temperature, T ..., respectively. At 306, the method uses
this information to determine the gas convection coefficient,
h,,, and the coolant convection coefficient, h,,,,,,- The gas
convection coeflicient, h,,, may be based on the temperature
and flow rate of the gas through the heat exchanger (e.g., T,
and W_,). Similarly, the coolant convection coefficient,
h., 7., may be based on the temperature and flow rate of the
coolant through the heat exchanger (e.g., T.., .74 20d W_, -
anz). More specifically, each fluid convection coefficient may
be estimated by the conductivity of the fluid, the Prandtl
number, based on the viscous diffusion rate and thermal dif-
fusion rate of the fluid, the viscosity of the fluid, the flow rate
of the fluid, and a predetermined knowledge of the heat
exchanger geometry at the location of interest. In one
example, the convection coefficients may be mapped to a
wide range of temperatures and flows for various engine
operating conditions. In this way, a convection coefficient
map may be created and stored in the controller. As one
example, the controller may look up the convection coeffi-
cients in the convection coefficient map at 306, based on the
temperature and flow rates of the corresponding heat transfer
fluids.

At 308, the method determines if there is fouling in the heat
exchanger or EGR cooler. In one example, fouling may
include oil or condensate in the gas side of the EGR cooler. If
there is fouling, the method at 310 determines a coolant
fouling coefficient, R_,,;...» and a gas fouling coefficient,
R_,,- In one example, determining the fouling coeflicients
may be based on estimated cooler fouling which is a function
of engine run time, run time in different modes of engine
operation, an estimated amount of fouling material present in
the exhaust gas, or the like. Alternatively, the method at 310
may include estimating fouling coefficients and/or setting
fouling coefficients to zero to achieve a conservative estimate
(e.g., highest possible estimate) for wall temperature. If foul-
ing is not present, the method sets the fouling coefficients to
zero at 312.

At 314, the method determines the thermal resistance terms
across the heat exchanger. This may include a thermal resis-
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tance for convection on the gas side of the EGR cooler, R,., ,
based on the gas convection coefficient, h, ., and the area of
the control volume at the chosen location, A. This may also
include a thermal resistance for fouling on the gas side of the
EGR cooler, R, based on the gas fouling coefficient, R,
and the area of the control volume at the chosen location, A.
Thermal resistances may further include a thermal resistance
for conduction, R_,,,; based on a thickness of the material of
the heat exchanger separating the exhaust gas and the coolant,
L, the thermal conductivity of the material, k;,, and the area
of the control volume at the chosen location, A. There may
also be a thermal resistance for fouling on the coolant side of
the EGR cooler, R, based on the coolant fouling coefficient,
R ooz and the area of the control volume at the chosen
location, A. Finally, there may be a thermal resistance for
convection on the coolant side of the EGR cooler, R, based
on the coolant convection coefficient, h,, ..., and the area of
the control volume at the chosen location, A. These thermal
resistances may be defined using the above variables by the
following formulas:

1 @

NgasA
Ry = Riax 3
Reond = oA @
Ry = Rco/:lam 5
o™ o "

At 316, the thermal resistances determined at 314 may be
summed and inserted into equation 1, as described above:

_ ATy _

Rior

AT,
Ry

M

By rearranging equation 1 and solving for the temperature
difference across the location, AT, the equation becomes:

AT,O,( ] o

hcoolam

ATy =

L
+ Rcoolam +—
kne

+ Reas +

hcoolam hgax

The bulk gas and coolant temperatures, as discussed above,
may then be inserted into equation 7, along with substituting

ATL:TwaZZ_Tcoolant:
Toas — T g
Twatt = Teootant + 8as COZIam . (8)
1+ hcoolam(RCOOIam + k_ + Rgax + 7 ]
he gas

At 318, the controller may use equation 8 to determine the
wall temperature at the chosen location within the EGR
cooler or heat exchanger. In this way, the wall temperature in
the EGR cooler may be estimated based on a temperature
difference between the first heat transfer fluid (e.g., exhaust
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gas) and second heat transfer fluid (e.g., engine coolant) in the
EGR cooler and thermal resistances across the EGR cooler.

FIG. 4 is a graph 400 showing example engine operating
parameter adjustments based on a wall temperature in a heat
exchanger. The example illustrated in graph 400 is for the
wall temperature in an EGR cooler of an engine system.
Specifically, graph 400 shows changes in the wall tempera-
ture at plot 402, changes in engine speed at plot 404, and
changes in engine power rating (e.g., engine power) at plot
406. Plot 402 also shows changes in the upper threshold
temperature, T1. Engine operating parameter adjustments in
response to wall temperature may act to decrease wall tem-
perature, increase the upper threshold temperature T1, or
both. Though graph 400 shows adjustment to engine speed
and engine power, in other embodiments, alternative or addi-
tional operating parameters may be adjusted.

Before time t1, the wall temperature may be below the
upper threshold temperature T1 (plot 402). Engine speed and
engine power may be at relatively constant levels. At time t1,
wall temperature increases above the upper threshold tem-
perature T1. In response, the controller may increase engine
speed from a first engine speed to a second, higher, engine
speed (plot 404). Increasing engine speed causes upper
threshold temperature T1 to increase. However, the wall tem-
perature remains above the upper threshold temperature T1.
As a result, the controller may de-rate power at time t2 (plot
406) while engine speed remains at the higher level. De-rating
the power causes the wall temperature to decrease (plot 402).
At time t3, the wall temperature (plot 402) decreases below
the upper threshold temperature T1. In response to the wall
temperature being less than the upper threshold temperature
T1, the engine speed and engine power are returned to cur-
rently requested levels.

At time t4, wall temperature increases above the upper
threshold temperature T1. Engine speed may be at a maxi-
mum threshold speed and, thus, unable to increase at time t4.
In response, the controller may de-rate engine power at time
t4 by a set increment (plot 406). As a result, the wall tempera-
ture may decrease slightly (plot 402). However, after a dura-
tion dl, wall temperature may remain greater than upper
threshold temperature T1. Thus, at time t5, the controller may
further de-rate power by another set increment. The wall
temperature may decrease below the upper threshold tem-
perature T1 at time t6. In response to the wall temperature
being less than the upper threshold temperature T1, engine
power is returned to its original or currently requested level.

At time t7, the wall temperature increases above the upper
threshold temperature T1. In response, the controller may
increase engine speed. As a result, the upper threshold tem-
perature T1 increases. The wall temperature may decrease
below upper threshold temperature T1 at time t8. This may
occur in short enough duration such that de-rating power or
additional engine operating parameter adjustments are not
necessary.

In this way, during a first condition, when the wall tem-
perature in the heat exchanger is greater than the upper thresh-
old temperature, engine speed is increased. This is shown in
graph 400 at time t1 and time t7. During a second condition,
different from the first condition, power is de-rated. The sec-
ond condition may include when the wall temperature in the
heat exchanger is greater than the upper threshold tempera-
ture and the engine speed is at a maximum threshold speed.
This is shown in graph 400 at time t2 and time t4. At these
times, engine speed may be at a maximum threshold speed
such that it cannot be further increased. Thus, the controller
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de-rates power to decrease the wall temperature below the
upper threshold temperature and reduce the chance of boiling
in the heat exchanger.

An embodiment relates to a method (e.g., a method for
controlling an engine). The method comprises adjusting an
engine parameter of an engine coupled to a heat exchanger
based on a wall temperature at a location in the heat
exchanger. The engine operating parameter is adjusted when
the wall temperature is indicative of local boiling in the heat
exchanger at the location. The engine operating parameter is
adjusted to at least one of reduced the wall temperature below
a point indicative of the local boiling and/or eliminate, or at
least mitigate (e.g., reduce a duration), local boiling in the
heat exchanger at the location.

In this way, a method for estimating a wall temperature in
a heat exchanger may provide a prediction for local boiling
and reduce the likelihood of bulk boiling in the heat
exchanger (since local boiling will occur prior to bulk boil-
ing). A wall temperature may be estimated by estimating the
heat transfer at a chosen wall location in the heat exchanger.
When the wall temperature is higher than an upper threshold
temperature, there may be a risk of local boiling. Thus, in
response, a controller may adjust engine operating param-
eters to reduce the wall temperature and increase the upper
threshold temperature. As such, the wall temperature in the
heat exchanger may be controlled and boiling in the heat
exchanger may be reduced.

As used herein, an element or step recited in the singular
and proceeded with the word “a” or “an” should be under-
stood as not excluding plural of said elements or steps, unless
such exclusion is explicitly stated. Furthermore, references to
“one embodiment™ of the present invention are not intended
to be interpreted as excluding the existence of additional
embodiments that also incorporate the recited features. More-
over, unless explicitly stated to the contrary, embodiments
“comprising,” “including,” or “having” an element or a plu-
rality of elements having a particular property may include
additional such elements not having that property. The terms
“including” and “in which” are used as the plain-language
equivalents of the respective terms “comprising” and
“wherein.” Moreover, the terms “first,” “second,” and “third,”
etc. are used merely as labels, and are not intended to impose
numerical requirements or a particular positional order on
their objects.

This written description uses examples to disclose the
invention, including the best mode, and also to enable a per-
son of ordinary skill in the relevant art to practice the inven-
tion, including making and using any devices or systems and
performing any incorporated methods. The patentable scope
of the invention is defined by the claims, and may include
other examples that occur to those of ordinary skill in the art.
Such other examples are intended to be within the scope of the
claims if they have structural elements that do not differ from
the literal language of the claims, or if they include equivalent
structural elements with insubstantial differences from the
literal languages of the claims.

The invention claimed is:

1. A method, comprising:

increasing an engine speed of an engine coupled to a heat

exchanger based on a wall temperature at a location in
the heat exchanger while maintaining motor traction
power of a traction motor, the engine speed increased up
to a maximum rated speed of the engine, the wall tem-
perature including a temperature of a wall in fluid con-
tact with an engine coolant; and

responsive to the engine speed increasing to the maximum

rated speed of the engine, de-rating engine power.
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2. The method of claim 1, further comprising increasing the
engine speed from a first engine speed to a second engine
speed when the wall temperature is greater than an upper
threshold temperature, the upper threshold temperature based
on an engine coolant pressure.

3. The method of claim 2, wherein the engine coolant
pressure is a pressure downstream of a coolant pump and
upstream of the heat exchanger.

4. The method of claim 2, wherein the engine coolant
pressure is one or more of a sensed or modeled pressure at the
location in the heat exchanger.

5. A method, comprising:

adjusting an engine operating parameter of an engine

coupled to a heat exchanger based on a wall temperature
at alocation in the heat exchanger, wherein adjusting the
engine operating parameter includes increasing an
engine speed of the engine, the wall temperature includ-
ing a temperature of a wall in fluid contact with an
engine coolant;

increasing the engine speed from a first engine speed to a

second engine speed when the wall temperature is
greater than an upper threshold temperature, the upper
threshold temperature based on an engine coolant pres-
sure; and

de-rating engine power of the engine when the wall tem-

perature remains greater than the upper threshold tem-
perature after increasing the engine speed.

6. The method of claim 1, further comprising estimating
the wall temperature by estimating heat transfer at the loca-
tion in the heat exchanger, based on a temperature difference
between the engine coolant and a second heat transfer fluid,
and further based on one or more thermal resistances across
the heat exchanger.

7. The method of claim 6, wherein estimating the heat
transfer includes determining a first convection coefficient
based on a temperature and flow rate of the engine coolant and
a second convection coefficient based on a temperature and
flow rate of the second heat transfer fluid.

8. The method of claim 7, wherein estimating the heat
transfer further includes determining the one or more thermal
resistances across the heat exchanger based on the first con-
vection coefficient, the second convection coefficient, one or
more heat exchanger material properties, and one or more
fouling coefficients.

9. The method of claim 1, wherein the heat exchanger is an
exhaust gas recirculation cooler, wherein the location is a
selected location on an outlet side of a coolant passage in the
exhaust gas recirculation cooler, and wherein the engine is
coupled to an alternator that generates electric power, the
electric power driving the traction motor coupled to motive
wheels of a rail vehicle.

10. A method, comprising:

sensing bulk boiling of a heat transfer fluid in a heat

exchanger via a heat transfer fluid temperature measured
by a heat exchanger temperature sensor;

estimating local boiling of the heat transfer fluid via a wall

temperature of the heat exchanger; and

adjusting an engine operating parameter including one or

more of increasing engine speed or de-rating power of an
engine responsive to the wall temperature in the heat
exchanger being greater than an upper threshold tem-
perature to reduce wall temperature before bulk boiling
occurs, the wall temperature including a temperature of
a wall in fluid contact with the heat transfer fluid.

11. The method of claim 10, further comprising not adjust-
ing the engine operating parameter when the wall tempera-
ture is less than the upper threshold temperature.
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12. The method of claim 10, wherein the heat exchanger is
an exhaust gas recirculation cooler, wherein heat is trans-
ferred between the heat transfer fluid and a second heat trans-
fer fluid in the exhaust gas recirculation cooler, the second
heat transfer fluid including an exhaust gas and the heat
transfer fluid including an engine coolant.

13. The method of claim 10, further comprising estimating
the wall temperature in the heat exchanger based on a tem-
perature difference between the heat transfer fluid and a sec-
ond heat transfer fluid in the heat exchanger and one or more
thermal resistances across the heat exchanger.

14. The method of claim 13, further comprising determin-
ing the one or more thermal resistances across the heat
exchanger based on a first convection coefficient and a second
convection coefficient, the first convection coefficient based
onatemperature and flow rate of the heat transfer fluid and the
second convection coefficient based on a temperature and
flow rate of the second heat transfer fluid.

15. The method of claim 14, wherein determining the one
or more thermal resistances is further based on fouling coef-
ficients and a thickness and thermal conductivity of a material
separating the heat transfer fluid and the second heat transfer
fluid, wherein the fouling coefficients are determined based
on estimated cooler fouling, the estimated cooler fouling
based on one or more of an engine run time, a run time in
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different modes of engine operation, and an estimated amount
of fouling material present in an exhaust gas.

16. The method of claim 10, wherein the upper threshold
temperature increases with increasing engine coolant pres-
sure.

17. A method, comprising:

estimating a wall temperature in a heat exchanger based on

a temperature difference between a first heat transfer
fluid and a second heat transfer fluid in the heat
exchanger and further based on one or more thermal
resistances across the heat exchanger, the wall tempera-
ture including a temperature of a wall in fluid contact
with the first heat transfer fluid and in fluid contact with
the second heat transfer fluid;

during a first condition, when the wall temperature is

greater than an upper threshold temperature, increasing
engine speed of an engine; and

during a second condition, different from the first condi-

tion, de-rating power of the engine.

18. The method of claim 17, wherein the second condition
includes when the wall temperature in the heat exchanger is
greater than the upper threshold temperature and the engine
speed is at a maximum threshold speed.
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